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This document contains a blending of the recommendations developed by the three committees
of the Task Force. The recommendations have been reorganized into four major categories. The
four magor categories are as follows:

Improve Transportation Planning and Programming Processes
Enhance Transportation System Accountability and Responsiveness
Development of 20 year Statewide Transportation System “ Budget”
| dentify and Establish Transportation System Funding Priorities

I mprove Transportation Planning and Programming Processes

PLANNING AND PROGRAMMING GOALS.

I mprove Responsiveness throughout Planning and Programming Processes
Document System Performance and Expenditure Effectiveness

Respond to Citizens' Future Need

Task Force Recommendations:

Adopt a Statewide Trangportation Policy Statement

State Trangportation Board should be required, by law, to develop and adopt multi-modd
transportation policies to be known as the Statewide Transportation Policy Statement. The
purpose of the Policy Statement should be to assure the development and maintenance of a
comprehensve, moddly integrated and baanced Satewide transportation sysem. The State
Trangportation Board should consder, and to the greatest extent practicable incorporate the
transportation goals and policies of loca and regiond transportation agencies in developing these
policies. The Policy Statement should be updated every two years.

Establish a Long-Range, Statewide, M ulti-modal Transportation Plan

State law should require the State Transportation Board to adopt a Long-Range (minimum
twenty years), Statewide, Multi-moda Transportation Plan. ADOT should develop the Plan,
under the State Transportation Board's direction. The Plan should incorporate al modes of
transportation, the transportation needs of al regions and dl jurisdictions within the date and
should congder any information developed as aresult of federally mandated planning processes.
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The Long-Range Plan developed through this process should facilitate Arizond's future, rather
than direct it The Pan should be recognized as a datement of the State€'s anticipated
requirements at the time of its adoption. The Plan should aso I seen as a part of the ongoing,
evolutionary planning processs The Plan should be dructured to meet the anticipated
transportation needs of the State and should include the anticipated costs of implementing the
Pan. The Pan should deineate the anticipated performance outcomes associated with its
various components.

While the Long-Range Plan should not be fiscdly condrained by projected existing revenues at
the time of adoption, it should specificdly identify the portion that can be funded with projected
exiging revenues and the differences in the expected transportation system outcomes a different
funding and expenditure levels. The expected outcomes should be expressed usng the same
performance measures used in the performance based planning and programming processes. In
addition, the find plan should include specific projects and uses of the projected avalable
revenues.

Specific projects included in short-term programs must have been identified and prioritized in
the Long-Range Plan. Any projects and priorities that were not established using the
performance-based processes should not be included in the Plan.

The devdopment of the Long-Range Plan should be in addition to any federdly mandated
planning requirements.

The Long-Range Plan should be updated annudly with a mgor review every five years and
should include grester specificity regarding near term activities and generd direction in more
digant time periods. The five-year updates should incorporate a “vison” of Arizond's future and
work to develop atransportation system to meet the State’ s future.

The iniid Long-Range Plan should be completed within two years following the issuance of the
Task Force's find report and should reflect the recommendations and priorities identified by the
Task Force.

Establish Regional Planning Policies

ADOT should develop, after consultation with local, regiona and triba trangportation agencies,
and the State Transportation Board should adopt policies and procedures to regulate the approva
of specific transportation system projects at the regiond level. The purpose of the policies and
procedures should be to ensure dl regions are usng the same procedures. Such procedures
should ensure that any regiona project approval processes are conducted in accordance with
federd and State Transportation Board policies, procedures and requirements.

Establish Comprehensive Standar dized Data Collection and Reporting
ADOT should develop, after consultation with loca, regiond and triba transportation agencies,

and the State Trangportation Board should adopt transportation data collection and reporting
dandards and methodologies. The standards should cover system characteristic data, traffic and
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sysem utilization data, system peformance data, estimated project costs, revenue data, future
projections and correction of errors. ADOT should collect and annualy report the standardized
trangportation data covering al aspects of the statewide transportation system. As much data as
possible should be incorporated into a geographica database.

All transportation agencies within the State should be required, by law, to use the adopted
dandards and methodologies and to annually report required data to ADOT.  Tribd
trangportation agencies should be encouraged to participate in the data reporting process. Any
local trangportation agency failing to use the adopted standards and methodologies and reporting
requirements should be indigible to receive any trangportation revenue didtributions.

Trangportation System Needs Data

The State Trangportation Board should continudly maintain data concerning the estimated
twenty-year needs of the state owned transportation systems and those other systems of interest
to the datewide sysem. The Long-Range Plan, as updated, should serve as the bass for the
edimated needs. The State Transportation Board should prepare a biennia report of state and
loca transportation needs, in those years in which a state operating budget is not adopted.

All cities, counties and other transportation agencies receiving State or federal transportation
funds should be required to maintan sandardized records of ther twenty-year transportation
needs and report those needs annualy to the State Transportation Board. The State
Trangportation Board should adopt standards for the contents and complexity of the loca
transportation reports, which should recognize the differences in loca circumstances. As
aopropriate, locd transportation agencies may rely on the planning activities and reports of
regiond planning agencies.

Prioritize Congestion Relief / Commuter Services and Define, Identify and Improve Routes
of Regional Significance

The trangportation planning and programming processes should prioritize activities that address
exiging and future commuter needs and congestion relief, epecidly in the large urban centers.

ADOT should develop, after consultation with loca, regional and triba transportation agencies,
and the State Transportation Board should adopt definitions and standards for “routes of regiond
ggnificanceg’.  The definitions and standards should gpply to dl modes of transportation and
should recognize the demographic and geographic differences in the various regions of the State.

ADOT should identify, after consultation with local, regiond and triba transportation agencies,
and the State Trangportation Board should confirm the identification of “routes of regiond
dggnificance’.  Such routes should ether be the responghility of regiond trangportation digtricts
or should be conddered for incluson in the state sysem. Subject to available funding, any loca
transportation agency failing to meet the adopted standards and methodologies within five years
of adoption or subsequently failing to maintain the sandards should be indigible to receive any
trangportation revenue digtributions, until such time asit isin compliance.
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A regiond Trangportation Improvement Plan should not be moved forward without the
identification of routes of regiond dgnificance and the scheduled implementation of the required
standards.

I mprove Aviation Planning

The proper planning and management of aviation services as an integrated pat of the overdl
trangportation system within the State must recognize the importance of the common arspace,
land use decisons adjacent to arports and in mgor ar corridors, effective inter-modd
connections for both people and goods and facility requirements. Although arspace
management is largely under the control of federd agercies, date, regiond and locd
transportation planning must recognize and address arspace capacity and utilization issues.
Additiondly, the sysem peformance messures for the aviation syssem must recognize the
unique nature of avidion. Aviaion planing must recognize the importance of airports as
regiona economic drivers and must incorporate inter-moda ground connections.

The Task Force recognizes the ongoing work of the State Aviation Needs Study, but beieves
that an objective, comprehensve study of Arizonds future aviation sysem needs, as an integrd
pat the State's trangportation system, should be underteken. That study must examine, a a
minimum, arspace capacity and utilization, land use compatibility, inter-moda connections and
aviation facility requirements.

The Governor should establish, by Executive Order, an Advisory Committee on Aviation. The
Committee shal be charged to report to the Governor a datewide comprehensve aviation
drategy to define the needs and how to address the needs. The Committee shdl specificadly
address arspace utilization and capacity, environmental issues, land use compdtibility,
connectivity to surface trangportation, facility utilization, federa government aviation spending
in Arizona, and federd government programs, the Committee should report back within one year
of effective date of the Executive Order.

The Committee should be composed of not more than nine persons, al of whom have experience
and expetise in avidion. In ther capacity as committee members, individuds should not
advocate for or represent any special or corporate interest.  However, the committee should be
required during the course of its ddiberations to take tetimony from al aviation interests
including corporations, aviation business, military, gpecid interest groups and citizens.

State and locd trangportation agencies should edtablish didogue with Federd agencies
concerning aviation issues in Arizona  Given that various federd agencies and the United States
Congress have the authority to control arspace, establish law and regulations, and appropriate
funds, which have a decisve impact on aviaion interests, it is essentid that Arizona establish a
subgtantive, ongoing didogue with appropriate entities in the federd government.  Without
gdrong working relaions with the federd government, Arizona can not successfully ded with
aviation issues.
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The Aviation Advisory Committee to the Governor should work with federd agencies and
should be charged with this specfic responghbility.  This initid didogue could provide the
template for a permanent liaison between Arizona and federd agencies.

Require Performance Based Planning and Programming

ADOT should develop, after consultation with loca, regiond and triba trangportation agencies,
and the State Transportation Board should approve performance-based planning and
programming processes for use by al trangportation agencies within Arizona.  All organizations
charged with developing transportation priorities within the State should be mandated, by law, to
use the adopted processes. The performance-based processes should be periodicaly reviewed
and updated as condition and system requirements change. These processes should incorporate
al modes of trangportation and the trangportation needs of al regions and al jurisdictions within
the sate. In addition, the processes should recognize and incorporate dl publicly funded
organizations involved in the provison of trangportation services. The performance-based
processes should include:

- Routine collection and reporting of comprehensive, verifiable data;

- Uniform peformance messurements for al aess of the system, while recognizing
local and regiond differencesin performance expectations and standards;

- Sydematic forecasts of the anticipaed peformance outcomes of proposed
expenditures, and

- Sysemdtic periodic reporting and certification of system performance.

The performance data must measure the ddivery of transportation services (the movement of
goods and people) and the extent to which the overdl transportation system is meeting the
State's trangportation needs. The god of the measurements should be to determine the extent to
which the system is moving people and goods in relation to the cost of doing so.

The adopted performance measures should provide consstent, minimum datewide standards and
the peformance of the sysem should be measured and periodicaly reported. The standards
should recognize regiond geogrephic and demographic differences. The performance measures
and standards, to the extent possible, should be applicable across transportation modes athough
some may focus on a single mode as gppropriate.  Adequate funding and personnd should be
included in ADOT’s budget to cover the cost of developing and supporting the evolution of the
planning and programming process improvements.

The roles and respongbilities of dl participants in the transportation sysem (including date
government, locd governments, tribd governments and regond planning entities) should be
clearly ddineated, integrated and be more effectively coordinated. Panning, programming, and
reporting processes must be integrated to ensure a sustainable and reliable system.
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Coordinate Land Use Planning and Transportation Planning
Improved Coordination

State, regiond and locd planning entities must increase coordingtion of ther long-range, land
use plans and their long-range transportation plans.

Locd land use plans must consder stae and regiond transportation plans, especidly with
respect to future trangportation system corridors. In turn, state and regiond transportation plans
should recognize locd land use plans. Where gppropriate, these plans should aso incorporate air
quality measures,

The coordination and consderation of the overlaying trangportation system plans and land use
plans by dl affected jurisdictions will increase the usefulness and benefits of those plans and will
help avoid unintended conflictsin the future.

A regiond trangportation improvement plan should not be moved forward without appropriate
land use coordination.

Panning for dl future mgor transportation projects should include utility corridors adjacent to
trangportation corridors.  However, any incremental costs d the utility corridors should be borne
by the users of the utility corridors.

Cities, towns and counties should be required to notify ADOT and regiond transportation
planning authorities of any proposed, mgor amendments to therr land use plans. Specificdly,
sections 9-461.06 A.R.S. and 11-824 A.R.S. should be amended to require such notice.

Evaluation of Major Projects

There should be public disclosure of the expected impacts of mgor public and private land use
activities (induding either commercid or resdentid development) on the expected performance
of the transportation sysem. Loca government should be required to notify ADOT of large
proposed land use changes.

Under the direction of ADQOT, a preiminary evaduation of the impact of the proposed change on
the dtatewide and regiona components of the transportation syslem should be conducted. The
evauation should consder the impact of the change on both loca trangportation patterns and
regiond through treffic. If the impact is initially determined to be potentidly sgnificant, the
locd agency responsble for gpproving the change should be responsble for funding a
comprehensive evauation of the impact of the proposed change on the future performance of the
trangportation system to be conducted under the direction of ADOT or the regiona transportation
district, as appropriate.

Based on the comprehensve evduation, the locad agpproving agency should be responsible for

developing any trangportation system improvements necessary to mitigate the expected impacts
of the proposed change utilizing ether its own monies or monies derived from the proposed
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devdopment. If the approving agency fails to effectively mitigate the expected impacts, ADOT
or the regiona transportation didrict, as appropriate, with the approva of the State
Trangportation Board, should undertake the required improvements and withhold sufficient date
shared trangportation revenues to cover the costs of the improvements.

A system of transportation system development fees should be authorized to provide an equitable
source of funding for these required transportation system improvements.

Reduce Commuter Travel Demand through Improved Land Use Planning

Commuter travel demand, especidly in the growing urban aress, could effectively be reduced by
encouraging land use development patterns that bdance nearby employment centers and
resdentid devedlopments. To maximize the effect, the employment opportunities developed
within a locd area should reflect, to the greatest extent possible, the employment choices of
nearby residents.

Preserve Trangportation Corridors

Locd zoning and land use plans should recognize and preserve regiond and dSatewide
trangportation  corridors. Both exiging and future right-of-way requirements should be
incorporated into loca plans and zoning, to avoid later, expensive right-of-way purchases.

The authority of ADOT and other transportation agencies in throughout the State to acquire
future right-of-way should be expanded and extended.

ADOT should continue to use exiging programs, including the federa “rals to trals’ program,
the federd “land banking” program, land exchanges, and other programs, to preserve rail rights
of way, which would otherwise be abandoned, for future transportation purposes. The Arizona
Legidature should enact legidation that would establish a lower property tax classfication for
ral rights of way that are not currently needed for service, but that are preserved for future
trangportation purposes.

Control Access along New State Roads

The State should establish drict access control standards on dl future roadway development
projects. Rurad community bypasses and other new routes should be protected from gradua land
use changes that increase locd traffic and entering and exiting traffic.

| dentify Future Transportation Corridors

As a pat of the Long-Range Plan development process ADOT and other transportation agencies
throughout the State in their planning processes, should identify future trangportation corridors

for preservation. State laws concerning corridor identification and advance acquisition should be
modified to facilitate this practice.
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Expand Multi-modal Planning

ADOT, and dl transportation agencies within the State, should continue to expand their
involvement into dl modes of trangportation. Attention should focus on the integration of the
vaious modes to facilitate multi-moda mobility of both people and goods. The drengths,
weeknesses and interrelationships of each mode should be recognized and the transportation
planning processes should work to optimize eech modes drengths and minimize inter-modd
conflicts.

The planning processes must incorporate a clear recognition that an effective transportation
system moves people ad products from ther origind location to their ultimate dedtination. The
planning processes and information collected should incdude data regarding privae
transportation providers, such as trucking lines, arlines, ralroads, private transt providers and
freight deivery sarvices The processes should dso incorporate input from public safety
professionds regarding system design and operations.

Provide Technical Assistancefor Local, Regional and Tribal Transportation Planning

ADOT should provide technicd assstance to locd, regiond and tribd planning agencies for al
phases of the transportation planning process. This assstance should include such activities as
Geographic Information System data, trangportation modeling and forecasting.

Periodically Review State Transportation Laws and Processes

The Stae Legidature should periodicdly review the State€'s transportation datutes and the
trangportation system’'s operationd framework.  This review should provide clear policy
guidance and shoud recognize and incorporate changing federal laws and rules. A minimum of
changes should be made between the periodic reviews to facilitate a stable planning and
operating environment.

Periodically Review New Technologies

ADOT, a a pat of the long-range planning processes, should periodicdly re-examine
technicdly feasble, but which may not be financaly feesble, such as high-speed rall systems,
intercity ral lines, etc. This re-examinaion should include the privatization opportunities and
the use of public private partnerships.

Expand and Improve Working Relationswith Indian Tribes

Examine Legal Constraints
ADOT and the tribes should continue to meet and identify ways to resolve disputes that may
aise between the tribes and ADOT on highway projects through contracts or intergovernmentd

agreements.  Solutions should be developed in a manner that could be applicable to other date
programs.
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I ncrease Assistance

ADOT should initiate technicd and planning assgtance to tribes. The ADOT director should
hire or assgn sufficient planning daff to assg tribes with various activities, such as technicd
training, transportation studies, data compilation and trangportation plans. The ADOT director
should consder carefully the actud locetion of these ADOT planners in relationship to triba
communities.

Permit Direct Application

State law should be amended to provide tribes the option of applying directly for state LTAF 11
(trangt assstance grant program). It is aso recommended that tribes be dlowed to use LTAF I
to sart up new trangt services. ADOT regiond planners could assst the tribes in gpplying for
LTAF Il grants and better coordinate locd or regiond trandt sysems that may provide vitd
trangt service for many triba members.

Encourage Joint Funding

ADOT, municipdities, counties and tribes should be encouraged to jointly fund transportation
improvement projects and maintenance sarvices on regiondly sgnificant roads located within
triba lands. ADOT's Transportation Planning Divison as wdl as ADOT's didrict engineers
could assig the tribes in identifying these regiondly sgnificant roads. The Inter Triba Council
of Arizona should work with ADOT daff to develop acceptable guiddines for determining what
constitutes regiondly dgnificant roads on tribd lands that may be digible for funding from a
non-HURF revenue source.

I mprove Communications

ADOT needs to formdly edablish a communication and consultation policy with tribes, when
date highway projects involve and impact tribd lands  ADOT is currently changing its
“conaultation” policies to ensure proper conaultation with tribes on ADOT projects that may
impact tribd communities or tribd land. For example this communication and consultation
would include sharing information about avalable resources and funding related to
trangportation and the coordination of activities and natification to tribes on al planned projects
impacting tribal lands'roads.
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Enhance Transportation System Accountability and Responsiveness
ACCOUNTABILITY AND RESPONSVENESS GOALS
Integrate Transportation Planning, Design, Construction, Operations,
Maintenance and Funding
Increase Accountability of Systemto Citizens and Tax Payers

Increase Emphasis on Statewide and Regional Priorities

Task Force Recommendations:

Establish Comprehensive Financial M anagement

ADOT should be required to edablish a comprehensve financid management system
encompassing al aspects of the date transportation sysem. The comprehensive system should
include separate certifications of future, estimated revenues and future, estimated system costs as
reflected in the datewide twenty-year trangportation plan.  All transportation revenues (federd,
date and local/regiond) received by dl dtate agencies should be included in the certification. All
date trangportation costs should be included in the certification of anticipated costs including
optimal long-term system preservetion codts, sysem maintenance and adminigration costs as
well as system expanson costs.  Adeguate funding and personnd should be included in ADOT's
budget to cover the costs of these responshiliies. All date and locd agencies should be
datutorily mandated to assst ADOT in preparing the certifications and tribd governments
should be encouraged to participate. The certification should be completed every two years.
The current “life-cycle’ management process used by ADOT in connection with the Maricopa
Regiond Freeway System can serve as an initid modd for the statewide system.

Increase Support for State and L ocal Transportation Planning

Specific revenues should be dedicated to funding expanded and improved multi-moda
transportation planning and programming by date, regiond and triba transportation agencies.
Udsng a portion of these monies, ADOT should expand its support for regiond and tribd
transportation planning activities. ADOT’s budget should be increased to provide this additiona
support in the form of direct planning and technica assstance aswdl as planning grants.

Current trangportation planning within the State is insufficient largely due to inadequate funding.
Additiond monies should be continuoudy appropriagted to finance expanded and improved
planning practices and procedures.

Audit the uses of dedicated transportation monies
The State Trangportation Board should direct the conduct of a biennid, financid compliance
audit of the gtate, city and county uses of HURF distributions, LTAF monies and other dedicated

trangportation revenues to ensure these monies are used soldy for permitted transportation
pUrposes.
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Establish Transportation System Performance M easur es

State law should require the State Transportation Board to direct the development of and to adopt
key transportation system performance measures. These measures should be used to 1) guide the
selection of transportation projects for the Six-Year Transportation Program; 2) serve as the basis
for monitoring and reporting on the peformance of the dat€'s trangportation system; and 3)
dlocate State and Federd financid resources among ADOT’ s mgor program categories.

The adopted trangportation performance measures should be utilized by al sate, regiond tribd,
and locd trangportation agencies for both planning and programming decisons. The measures,
to the extent possble, should be applicable across transportation modes adthough some may
focus on a single mode as gppropriate.  In conjunction with the adopted performance measures,
the State Trangportation Board should adopt standardized system performance data collection
and reporting requirements for use by dl state, regiond, triba, and locd trangportation agencies.

ADQOT, after consultation with loca, regiond and triba transportation agencies, should develop
and use detalled criteria dedgned to meet the State Trangportation Board's approved
performance measures in identifying projects for the Six-Year Program. The project sdection
process should aso conform to state and regiona growth policies.

Expand and Strengthen the Arizona Trangportation Board
Board Membership

The Arizona State Transportation Board should be increased to nine members. The members
would no longer represent specific geographic “didtricts’, but would represent the State as a
whole. The following regtrictions would be imposed on appointments to the State Transportation
Board:

No more than three State Transportation Board members should be appointed from
counties with a population greaster than one-third of the State€'s population,
according to the most recent decennid census;

No more than one State Transportation Board member may be appointed from any other
county; and

State Trangportation Board members may not serve in elected positions.

The State Trangportation Board members should serve 6-year teems. Two members should be
gopointed every other year and one member gppointed on dternative years. The members
should annudly dect a Charman and Vice-Charman. The Charman must be rotated annudly
and a least every third year, it should be a member from counties greater than one-third of the
state’ s population.

In gppointing members of the State Trangportation Board, the Governor shal consder
individuads with a wide variety of relevant experience, including knowledge of roadways, mass
trangt services, aviation, freight movement, bicycle and pedestrian needs, and loca, regiond,
satewide, and triba transportation issues.
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Sate Transportation Board Saffing

The State Transportation Board should be provided, by law, adequate, separate staff (from
ADOT) to evduate the Trangportation Policy Statement, the Twenty Year Transportation Plan,
and the System Peformance Measures. The State Transportation Board should have the
authority to hire and fire its own gtaff.

Clarify State Responsibility for Interregional Routes and Facilities

ADOT, under the direction of the State Trangportation Board, should have dl planning,
programming, devdopment and mantenance responghility for the following trangportetion
sysems

Interstate Highways—(e.g. -8, 1-10, 1-15,1-17, 1-19, |-40)

Inter- Regiond Highways-(e.g. SR-85, SR 169, SR 87)

Intra- Regional Highways of statewide sgnificance (eg. Maricopa Freeways, US 60, SR

210 — Aviation Parkway)

Routes serving Nationa and State Parks and other mgor activity centers

Inter-Regiond Trangt Services

State Aviation Fund Projects

ADOT Support of the State Transportation Board

ADQOT should assist the State Transportation Board by:
Developing the Statewide Transportation Policies, the Statewide Trangportation Plan and
Needs Andyss,
Developing transportation performance measures and the annua performance reporting
of the states transportation systems; and
Identifying transportation projects to be included in the Sx-Year Transportation
Program, based on the policies and andyses listed above.

Establish Urban Regional Transportation Districts
Overview

Regional Transportation Didricts should be edablished in the large urban aress to address
regiond, multi-modal transportation requirements.  The Didricts should be responsble for
deveoping, implementing and operaing multi-modal trangportation sysems to meet regiond
trangportation needs. The Didricts should enable the large urban areas to improve and maintain
regiondly gSgnificant  transportation  sysems and services through the edtablisiment of
transportation didricts that are not bound to or limited by exising county or incorporated city
boundaries.

Sate Establishment of Regional Transportation Districts

Regiond Trangportation Didricts should be authorized in dae law, which would provide legd
basis for their creation and operations. In accordance with the date statutes, a Transportation
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Didrict (heresfter the “Didrict”) would be edtablished to include urban areas with inter-related
trangportation systems. Didtricts should be established in dl urban areas with a centrd city with
a population in excess of 100,000 persons. Urban areas with a centra city of less than 100,000
may creste a Didrict with the permission of the State Trangportation Board.

District Boundaries

The boundaries of a Didrict should be edtablished a the expected twenty-year trangportation
planing area and should incude dl portions of a geographicaly integrated transportation
region. An integrated transportation region can be identified usng employment commuting
patterns, commercid development patterns and other transportation system indicators. The State
Trangportation Board should verify the established boundaries of each Didrict. The boundaries
of each Didrict should be periodically reviewed, a least every ten years, and adjusted to reflect
changing transportation patterns.

District Governing Board

The Digrict governing board would be eected and would be composed of five members serving
daggered four-year terms.  Members should not serve more than two full terms. The Didtrict
governing board should have overdl financid, operationd and legd respongbility for the
Didrict.

Independent District Saff

The Didrict would have an independent professond daff respongble for planning, designing,
condructing, operding and mantaning regiondly dgnificant intraregiond  trangportation
facilities within the Didrict. The Didrict may utilize the services or personnd of other politica
subdivisons through intergovernmental agreement or hire its own gaff.

Didtrict’s Long Range Transportation Plan

The Didrict Governing Board should approve a Sx-year intermodd trangportation plan
(conagent with the federd funding cycle) and twenty-year intermodd transportation plan for the
Didrict's trangportation facilities.  All Didrict plans should be developed in accordance with the
State adopted procedures and should incorporate State adopted performance based planning
methods.

The Didrict plan should include regiona roadway, aviation, freight rail, ral passenger, bicycle
and pededtrian and public trandt services. The plan should identify programs and services to be
accomplished in twenty years with the exiging revenue sream. The Didrict’'s plan should
recognize and incorporate the inter-regiond facilities identified in the Sa€s long-range
Trangportation Plan.

The twenty-year plan should be updated every five years. The six-year plan should be updated
annudly.
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The twenty-year plan and the six-year plan should conform to the state prescribed development
process and transportation performance measures.

Digtrict’s Responsibilities for Regional Facilities

The Didrict should have dl planning, programming, development, operationd and maintenance
respongbility for regiondly sgnificant trangportation facilities including:

IntracRegiond  Trangportation Sysems and Fadllities of regiond dggnificance (eg.
Glendde Ave Basdine Road, Regiond Express Bus Service (in MAG), Oracle
and Tangerine (in PAG) and Gurley Street in Prescott)

Inter- City, Intra- Regiond Trangt services

The Didrict Board should determine, after consultation with loca and date transportation
agencies, the fadilities and systems within its region br which it will be responsble. In instances
of dispute over responshility for specific facilities the State Transportation Board should, by
resolution, assign responshilities for the digputed facilities.

The Didrict should be subject to and recognize and incorporae al exiding federa planning
requirements, such as ar qudity conformance, in ther planning and operaing practices. The
Didrict should interact with exiding, federdly established planning agencies in the same manner
as counties and cities.

The Didricts, in cooperation with locd governments and regiond trangportation planning
agencies, should deveop and adopt a needs andyss including sysem cost and avalable
revenues and report the outcome of these studies to the State Department and Didtrict Board.
The needs andyss should use common set of standards and performance measures established
by the State.

The Didtricts should be authorized to enter into intergovernmenta agreements with existing
trangportation agencies for the implementation of any of its duties and responsibilities.

Resolution of Conflicts Among Districts by State Transportation Board

To the extent that plans of adjacent Didricts conflict, the State Transportation Department should
mediate the areas of corflict and the State Trangportation Board should adopt the controlling
resolution.

Taxing Authority

The Didricts should be empowered, by a vote of the governing board, to levy and collect sdes
taxes, property taxes and transportation development fees to fund their operations as prescribed
by dae daute. The power to authorize taxes should be delayed for two years following the
cregtion of the Didrict. The Didrict Board may submit any tax or fee proposd for voter
approval.
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The Didricts should dso receive a share of any incrementa transportation related revenues
collected by the State for intraregional routes of regional sgnificance.  The Didricts should be
authorized to issue transportation bonds secured by loca and dSae-shared revenues. The
Didricts should congder dl available funding solutions, not just additiona taxes.

Other approaches to improving transportation planning and

implementation were discussed by the Task Force and will be
made available during the public meetings.
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Development of 20 year Statewide Transportation System “ Budget”
TWENTY YEAR FINANCIAL GOALS
Quantify 20-Year Transportation System Needs
| dentify Existing and Required Supplemental Revenues
Develop Fiscally Balanced Transportation Plan

Task Force Study and Findings:

Quantify Twenty-Y ear, Statewide Multi-modal Transportation System Needs

Systematic Collection and Review of State, Regional, Local and Tribal transportation
system needs studies and plans

Booz — Allen & Hamilton, Inc. (BAH), the Task Force Needs consultant, assembled over 200
documents from date, regiond, loca and tribal sources that documented future transportation
needs throughout the State.  These documents included well over 12,000 projects and
represented future system requirements in dl modes and areas of the dtate. In addition, BAH
collected data and information concerning the costs of planning, operatling, preserving and
maintaining the statewide transportation system.

This is the firs time a comprehensve assambly of dl such documents and information has been
attempted in Arizona.

Development of Non-duplicative Needs Database

The project cost information as well as the other system cogts described above were subsequently
entered into a single needs database. The database, anong other things, identified the source of
the costs of each project, the year of the development of the costs, the genera purpose of the
project, the location of the project and other pertinent characteristics.  Following the building of
the initid database dructure, the data was reviewed to diminate duplicative entries and cods.
Due to the wide search for information and data initidly conducted, some projects (and ther
asociated costs) were identified in multiple documents.  For example, an ealy smdl aea
trangportation study might include costs subsequently included within a larger regiond plan.
Hundreds of such duplicative entries were researched and diminated. The resulting data ill has
over 10,000 projects and cost items,

Sandardization and Normalization of Needs Costs
The fird phase in dandardizing and normalizing the cost data within the database was to adjust
al costs to year 2000 dollars. For example, costs in a 1997 study were increased to reflect the
changes in costs between 1997 and 2000.

The second phase was to normaize and vdidate the costs within the database. Two separate
methodologies were used to vaidate the costs in the database. Firgt, the projects and costs within
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the database were grouped by project category. The unit costs of each project were then
compared to the typical unit cost for the category as a whole. If the codts for a particular project
were more than one standard deviation above or below the median unit cods, the project was
examined to determine is sufficient judification existed for deviaion. If the project costs could
not be explaned by unusud drcumstance such as difficult terrain, high right-of-way costs, etc.,
the project unit costs were adjusted to the standard deviation level. Simultaneoudy, the largest
projects within the database, representing a substantiad percentage of the totd dollar costs in the
database, were individudly reviewed by BAH through comparison to smilar large projects
esawhere in Arizona and ndiondly. The combined consequence of these two separate review
methodologies is a subgantid improvement in the rdiability of the cost information within the
database.

Extrapolation of Twenty Year Costs

Findly, reoccurring costs within the daabase, such as roadway sweeping or vehicle
maintenance, were extrapolated to twenty-year costs. The amounts origindly collected could
have been based on one, two or five year cost estimates. These amounts were then adjusted to
reflect amilar costs over twenty years. | addition, the amounts were adjusted to reflect growth
in the overdl trangportation system. For example, maintenance costs increase as the number of
lane miles of roadway, or busses in service increase.

Upon completion of these deps the multi-moda transportation system needs database was
complete and ready for use by the Task Force and its Analytical Consultant BAH.

I dentification of Twenty Year Transportation System Revenues
Systematic Review and Estimation of Current Statewide Transportation Revenues

While BAH was developing the Transportation Needs Database, Wilbur Smith Associates
(WSA), the Task Force Revenue Conaultant, was developing edtimates of the future
trangportation revenues. WSA undertook projections of al exiging transportation revenues at
the currently established rates over the next twenty years (currently scheduled tax increases and
tax reductions were included). As with the needs data, the projected revenues were developed in
year 2000 dollars. By using year 2000 dollars, the future uncertainty associated with fluctuating
inflation rates is virtudly diminated.

WSA collected revenue information from federa, state and loca sources as the bass for their
projections. Individua revenue components were estimated based on the best available and most
reasonable future economic indicators and variables. In some cases, the edtimates reflect
historical patterns, conservatively extrgpolated. In other cases, detailed ten year forecasts exig,
which expanded for a second ten-year period.

Upon completion of its work, WSA estimated the existing tax structure and other current sources
would generate gpproximately $41 billion over the twenty-year period, in year 2000 dollars.
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Estimation of Alternative Revenue Sources

In addition to edimating the twenty-year revenue amounts from existing sources, WSA aso
developed edimates of the revenue generating cepacity of a wide variety of dterndive revenue
sources.  Initidly over twenty different sources were examined ranging from an income tax
surcharge to parking fees.

The various dternative sources were reviewed with respect to ther effectiveness, dructure,
impact, equity and feasihility.

Development of Twenty-Year, Statewide Multi-modal Transportation System Budget

Following the completion of the transportation needs database and development of the existing
and dternative revenue data, the Task Force undertook the development of a twenty-year
transportation budget for the State.

Development of Hypothetical Transportation Plans

BAH, sarving as the Task Force Andytica Consultant, developed four “hypothetica” twenty-
year transportation plans for the State.  The first two plans reflected dternative gpproaches to
“busness as usud”. The find two plans were developed to contrast dternative approaches to
meseting the future transportation needs of the State. One plan reflected a greater reliance on
future trangt services and the other a continued primary reliance on automobiles and trucks.

Based on the outlines produced by BAH, WSA developed a series of dternative revenue
dructures that would produce sufficient revenues to fund the various twenty-year transportation
plans.

Comprehensive, Twenty-Year, Multi-Modal Transportation System Budget
Following a detalled review of the “hypotheticd” plans and dternative revenue sructures, the
Task Force undertook the development of a comprehensive, twenty-year, multi-moda
trangportation system budget for the State.
The fird sep in developing the transportation sysem budget was the identification of key
principles and priorities for the future sygsem. Among the principles and priorities identified by
the Task Force were the following:

The preservation of used and useful system assets is a priority. Preservation expenditures
should be sufficient to minimize overal sysem codts.

The costs of ensuring the system meets adequate safety levels should dso be a high
priority.
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Strategies that increese the capacity of the existing system components should be
encouraged and funded. These drategies incdude, but are not limited to, inteligent
trangportation systems.

Emphasis should be placed on the principd routes of statewide sgnificance and routes of
regiond sgnificance.

Emphass should be placed on sysem improvements tha address commuter traffic
patterns and increasing congestion.

Panning and adminigration should be funded sufficiently to ensure tha daa and
information concerning the future performance of the sysem is avalable to optimize
future expenditure choices.

Expansonary projects that provide improved mobility in the most redtricted areas and
help avoid the deterioration of mohility to unacceptable levels should be undertaken

Projects and drategies that can be quickly implemented should be identified and
scheduled as soon as practical.

Based on the priorities identified by the Task Force, the consultant team reviewed the
transportation needs database and developed a preiminary twenty-year trangportation system
budget.

The initid gtep in this process was the identification of nonredundant costs. As the database
contains multiple solutions for many trangportation needs, it was necessary to identify the costs
associated with a single solution for each identified system need. For example, if two separate
sudies had been competed -- one examining a roadway approach and the other a ralway
dterndive -- to address a specific transportation need, including the cost of both aternatives
would create redundancy in the budgeted costs. Upon dimination of redundant cost the overal
twenty-year budget totaled in excess of $80 hillion.

Subsequently, the consultant team reviewed the non-duplicative costs in light of the Task Force
principles and priorities.  On the basis of tha review, the twenty-year transportation system
budget was estimated at $61 billion.

Estimate of Required Additional Revenues

As a result of edimated twenty-year trangportation system budget of $61 billion and the
edimated gpproximatdy $41 hillion the exising tax dructure and other current sources would
generate over the twenty-year period, the Task Force has identified the need for approximately
$20 hillion in additiond revenues over the twenty-year period to achieve a fiscaly baanced
proposal.
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Task Force Recommendations:

Increase Dedicated Transportation Revenues

More than 25 potentid revenue sources were reviewed to identify the most appropriate eements
for an overdl revenue plan. Three emerged as the most appropriate sources for an approximately
$20 hillion revenue package — gas tax increase, use fud tax increase and a Satewide saes tax
dedicated for transportation improvements.

The use of fud tax revenues is redricted. Revenues from these Highway User Revenue Fund
(HURF) sources can only be used for roadway needs. Sdes tax revenue, however, is unrestricted
and can be used for any transportation need — trangt, aviation or roadway.

Fud taxes are user-based taxes, with the amount of the tax paid related to vehicle use. Sdes
taxes are not direct user taxes, but do reflect the linkage between trangportation infrastructure or
sarvice and the benefits it provides to the overdl economy of an area With ever increasng
needs and cods, there has been the need to supplement, but not replace, vehicle-related user fees.
Although the gas tax remains the backbone of roadway revenue, changes in fud efficiency as
well as dternative fue types are eroding the effectiveness of this revenue source.

The Task Force favored a baanced approach, adthough many believe the sdes tax should be
emphasized due to the flexibility in goplying the revenues to dl modes of transportation.  With
this guidance, a revenue plan was developed. As indicated in the following table, prepared by
Wilbur Smith Associates, the Task Force Revenue Consultant, the principd components are
phased-in gas and use fud tax increases in addition to a phased-in dtatewide sales tax increase
and a new statewide development fee for new residentia and commercid developments.

The revenue target is approximately $20 billion (in constant 2000 dollars) over the next twenty

years. To reflect the earliest that any tax or fee increase could be implemented, the twenty-year
revenue estimates extend through FY 2002-2021.

Table II-1 Suggested Revenue Plan

timated Revenue Bv Time Period 20-Year
Use Source Action FY2002-2006 | FY2007-2011 | FY 2012-2016 | FY 2017-2021 Yield
Restricted Gas Tax Increase |$0.05 in FY 2002 $561.6 $556.5 $534.6) $519.7| $2,172.4
| additional $0.04 in FY 2005 $179.6 $445.2 $427.7] $415.7| $1.468.2
additional $0.02 in FY 2010 $87.9 $213.8 $207.9 $509.6]
| additional $0.02 in FY 2015 $84 .6 $207.9 $292.5
Subtotal $741.2 $1.089.7 $1.260.7 $1.351.11 $4.442.7
Use Fuel Tax $0.05 in FY 2002 $153.1 $154.2 $148.5 $144.2 $600.1]
Increase | additional $0.04 in FY 2005 $49.2 $123.4 $118.8 $115.4 $406.8]
additional $0.02 in FY 2010 $24.4 $59.4 $57.7 $141.5
additional $0.02 in FY 2015 $23.5 $57.7 $81.2]
Subtotal $202.4 $302.1 $350.2 $375.0! $1.229.6
Subtotal Restricted to Roadway Use $943.6 $1,391.8 $1,610.8 $1,726.1) $5.672.3
Unrestricted |Sales Tax Increase |0.25% in FY 2002 $1.006.9 $1.153.8 $1.279.5 $1.435.7 $4,875.9
additional 0.50% in FY 2006 $426.5 $2,307.7 $2,559.0 $2,871.4| $8,164.6)
Subtotal $1.433.4 $3,461.5 $3,838.5 $4,307.1) $13,040.5
|Development Fees |beginning in FY 2003 $420.1 $456.8 $378.5 $317.1 $1.572.6
Subtotal Unrestricted Use . $4.,217.0 $4.624.3| $14,613.1
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Increase Fuel Taxes

The exiging per galon dtate gas and use fue tax in Arizona are $0.18 and $0.26, respectively.

Based on a survey of state and local fud tax rates in effect in January 2000, Arizona ranked 40th
in the nation in gas taxes and 10th in use fud taxes. Other Sates are reviewing thar
trangportation revenue outlook and adjugting fud taxes accordingly. However, assuming no
changes by other dtates, the initia $0.05 increase suggested for FY 2002 would result in Arizona
moving up in the rankings to 19th and 1 for gas and use fue taxes, respectively. It is noted that
in January 2000 Nevada ranked firgt in state and loca gas taxes with $0.33 and Pennsylvania
ranked firgt in state and local diesdl taxes with $0.308 per gdlon.

It is mogt likdy that many States will be meking adjustments between FY 2005 and FY 2015
when additional increases are suggested. Therefore, no comparison is made on how Arizona
would rank that far in the future.

Establish a Dedicated Statewide Sales Tax

The datewide sdes tax surcharge is proposed to be phased-in, beginning with an 0.25%
surcharge for transportation in FY 2002. An additional 0.5% surcharge is proposed in FY 2006
to coincide with the expiration of the Maricopa County Regiona Area Road Fund (RARF) tax.

Establish Dedicated Satewide Development Fees for System Expansion

The suggested revenue plan dso includes a datewide devdopment fee. The revenue potentiad
for such a fee was edimated usng new housng darts. It was esimated that the equivdent of a
$1,000 fee for each new resdentid development would generate on average $87.2 million per
year. A lesser fee gpplied to both resdentid and commercid developments could be used to
yied equivdent revenue levels. It is noted that the legd framework for a statewide development
fee has to be devel oped.

Other Considerations

The forecasts of both needs and revenues are based on many assumptions, including population
increases, vehicle usage, fud consumption, inflation rates, digposable income, and other related
factors. The long-range twenty-year planning horizon adds another dimension to the forecasts
As a reault, the suggested revenue plan should be viewed as a blueprint for moving into the
future, with adaptations necessary if underlying assumptions change.

There are other dternative revenue sources that could be consdered if it becomes necessary to
supplement the revenue generated by the primary revenue sources (i.e. fud tax increases and the
datewide sdes tax surcharge). Examplesinclude:

alternative fuel tax: the effectiveness of the gas tax may be eroded by the switch to dternative
fuds, therefore consideration should be given to taxing adternative fuel sources.
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sales tax on automobiles. Arizona has a sales tax on automobiles and the revenue is deposited in
the State Generd Fund. All or a portion of this revenue source could be dedicated to
transportation.  This would not be a tax increase, but the redlocation of revenues from
unspecified use to dedicated transportation use.

parking taxes: other municipdities have added a parking tax with the proceeds dedicated to
transportation.  This source not only generates revenue, but adso is an incentive for consdering
ridesharing or trangt usage.

public/private partnerships. there are mechanisms for financing specific projects that involve
public/private partnerships. Toll roads and congestion pricing are examples.  Opportunities for
public/private partnerships should be explored on a case-by-case bas's.

miscellaneous. examples of other actions raised by the Task Force include a tax on al property
trandfers and fud tax indexing.

Revenue Production of Major Taxes

A one cent fud tax increase produces gpproximady $27.8 million annudly and gpproximately
$556.8 million over twenty years. A five cent fud tax increase produces gpproximately $139.0
million annualy and approximately $2,781.0 million over twenty years.

A one-quater percent dtatewide sdes tax increase produces approximatey $238.0 million
annudly and gpproximatdy $4,760.0 million over twenty years. A one-hdf percent Statewide
sdes tax increase produces agpproximady $476.0 million annualy and agpproximately $9,520.0
million over twenty years.

Estimated Household Impacts

Key impacts of the suggested revenue plan will be the increased tax burden to operate vehicles
(that is, the additiona amount spent in fuel taxes) and the additiond saes tax burden. For the
purpose of this assessment, a two-car household with a $40,000 household income is used. It is
assumed that 25%, or $10,000, is spent on taxable items.

The following table, prepared by Wilbur Smith Associates, the Task Force Revenue Consultant,
summarizes the esimated impact of each individua tax action as wdl as the tota annuad impact
by time period. The initid $0.05 increase in date gas tax will result in $65 more in annud Sate
gas tax payments. The 0.75% sales tax surcharge is expected to have a household impact of $75
annudly.
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Table 1I-2 Estimated Hosehold Impacts of Suggested Revenue Plan (see Notes)

Action Gas Tax Sales Tax Total
$0.05 increase in FY 2002 $65 $65
$0.04 increase in FY 2005 $52 $52
0.25% surcharge in FY 2002 $25 $25
0.50% surcharge in FY 2006 * $50 $50
Subtotal Annual Impact By End of FY 2002-2006 $117 $75 $192
$0.02 increase in FY 2010 $26 $26
Subtotal Annual Impact By End of FY 2007-2011 $26 $0 $26
$0.02 increase in FY 2015 $26 $26
Subtotal Annual Impact By End of FY 2012-2016 $26 $0 $26
Total Final Annual Impact $169 $75 $244
* not an increase for Maricopa County since this replaces expired RARF tax
Note 1: Gas tax impacts assume two cars, each driven on average 12,000 miles per year
with average of 18.5 mpg
Note 2: Impacts are for household with $40,000 average income, $10,000 spent
on taxable items

Re-dedicate flight property taxesto the State Aviation Fund

All revenues collected from the date flight property tax should be deposted into the State
Aviation Fund.  Amounts previoudy diverted from the Fund should be restored. The
rededication of the flight property tax will increase available sate revenues for aviation purposes
by approximady $126 million over twenty years and can be used to match many times more
federd monies.

Moniesin the Fund should be dedicated to capitd improvementsto Arizona s airports.
Expenditures from the Fund should be dedicated to airports serving regiona needswith an
emphasis on economic development and vitaity. Phoenix Sky Harbor and Tucson Internationa
arports should be limited to their current dlocation from the Fund.

Increase Minimum Federal Highway Trust Fund Distributions

Arizona, dong with severa other Sates, receives a minimum of 90.5% of amount collected and
deposited in the Federal Highway Trust Fund (less federal adminigtrative deductions). Congress
should act to immediately increase the minimum digtribution amount to at least 95%.

Egtablish State Toll Road Authority, Encourage Public-Private Partner shipsand Expand
Privatization Authority

The State should authorize the development and operation of public toll roads. Public toll roads
should be considered wherever fiscd andyss indicates opportunity exists to develop facilities
that would not otherwise be developed. The public toll authority should fecilitate use of private
operators and other privatization activities including design build congruction.  The authority for
public toll roads should include varigble priced tolls for Single Occupant Vehicles (SOV) use of
exigting and future High Occupancy Vehicde (HOV) lanes, an example of congestion pricing.
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The State Transportation Board and ADOT should pursue dl available opportunities to extend
available trangportation revenues through public- private partnerships and increased privatization
wherever appropriate.

The State trangportation privatization law should be modified to encourage private investors to
maximize project specific, user revenues and to permit ADOT to invest resources, including
cash, in private consortium and to dlow for the collection of tolls The privatization process,
including the procurement evauation process, must be flexible enough to encourage and reward
efident innovetive financing and public-private partnerships.  In addition, ADOT should be
authorized to reimburse private parties for proposal development costs related to innovative
techniques.

Increasein Highway User Fund Bonding Capacity

The datutory limit on Highway User Revenue Bonds should be increased to $1.3 hillion dollars
to permit the State Transportation Board to optimize the financing of needed date highway
faciliies. The State Transportation Board should be authorized to issue bonds secured by any
incrementd  transportation revenues to optimize the timing of the deveopment of needed
transportation facilities.

Establish Automatic Enactment of State Gas Tax Increaseto Offset Federal Fudl Tax
Reductions

State law should provide that to the extent the federa fud tax is reduced, the state fud tax should
be automatically increased.

Restore Local Transportation Taxing Authority

The ability of locd governments to enact incremental trangportation taxes should be clearly
established in date statute.

Authorize State Collection of Tribal Vehicle Taxes

ADOT should be authorized to act as a tax collection agent for indian tribes within the State that
choose to impose a triba vehicle license tax on tribd members in the same manner dthough a
differing rates as the State’'s vehicle license tax, exclusively for trangportation purposes. ADOT
would remit the collections to the tribe imposng the tax, net of an agppropriate adminidrative
charge.
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I dentify and Egablish Transportation System Funding Priorities
TRANSPORTATION SYSTEM FUNDING GOALS
Establish Broad Priorities, not Project Specific Plans
Respond to Citizens' Transportation Needs

Provide Direction to Future Planners and Programmers

Recommendations:

Prioritize System Preservation And Congestion Relief / Commuter Services

The firgt priority for trangportation revenues should be maintenance and preservation of existing,
used and useful system assets. Monies should be prioritized for preservation a the long-term
optima levd. All transportation agencies should be mandated, by law, to edtablish system
preservation andyss modds smilar to the pavement preservatiion modd used by ADOT for the
date highway sysem. Each such agency should periodicdly develop and report to ADOT the
cod to optimdly mantan and preserve their exising trangportation sysems.  Any loca
transportation agency faling to properly mantan and presarve exising asssts should be
indigible to recaive future transportation revenue digtributions. Adequate funding for personnd
and sysems to peform these duties should be provided from any proposed incrementd
trangportation revenues.

The next highest priority for transportation revenues should be congestion rdief, improving
commuter services and reducing delays. A specific portion of date collected trangportation
revenues (in addition to locd monies) should be dedicated to addressng exising and future
commuter needs and congestion relief.  Specific drategies that increase the effective capacity of
exiding system facilities should be funded and implemented as quickly as possble. Among the
specific capacity enhancement drategies identified are expanded intraregiond, intercity express
bus service, adaptive traffic light synchronization, reversble lanes and the identification and
configuration of “routes of regiond significance’ to facilitate greater carrying capacity.

Transportation plans should be developed to separate the various modes except at transfer points,
to facilitate the free flow of traffic. For example, locad buses (excluding express buses) should
not be scheduled on mgor commuter corridors during peak commuter periods. Pedestrians and
bicydligs should be separated from roadway traffic and freight rail services should be scheduled
to avoid interference with mgor commuter movements, or overpasses (underpasses) should be
constructed.

All transportation agencies should be required to undertake measures to improve operationd
efficiencies and capacity utilization improvements. Any agency failing to do so within two years
should be indligible to recave future transportation revenue didributions until the agency is in
compliance.
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Enhance Regional Capacity Utilization

A portion of any incrementa transportation revenues should be deposited into a separate fund
dedicated to implementing regiond drategies and programs in the largest urban aess, to
improve commuter traffic flows and increese utilization of exiding system assets.  The separate
fund should initidly be funded a $50 million to expedite required ceapitd expenditure and
subsequently as a fixed dollar amount or percentage of the new revenues. Eligible projects for
the fund would include regiond traffic light synchronization, regiond traffic management
systems, expanded “smart corridor” systems on regiond routes, trandt delay notification systems
and other programs targeted at reducing commuter congestion and delays.

A portion of any incrementa transportation revenues dlocated to ADOT should be dedicated to
the expedited implementation of cgpecity utilization enhancement programs on the date highway
sydem. The expedited implementation of these programs should be a condition of continued
receipt of future trangportation revenue distributions.

The State should adopt roadway incident management policies that emphasize rapid clearing of
traffic lanes and investigative techniques that minimize interference with the free flow of traffic.

Specific draegies that increase the effective capacity of exising sysem facilities should be
funded and implemented as quickly as posshle  Among the specific capacity expanson
drategies identified are expanded intraregiond inter-city express bus service, adgptive traffic
light synchronization, and the identification and configuration of gppropriate “routes of regiond
sgnificance’ to fadilitate greater carrying capecity.

Develop Urban Area HOV Lanesand HOT Lanes

The sysgem of HOV lanes should be completed and connected in the mgor urban areas to
faclitale movement of commuters.  All future urban highway expanson projects should
incorporate HOV lanes to the greatest extent practicable. In addition, the implementation of a
system to permit the use of exiging and future high occupancy vehicle lanes by single occupant
vehide paying a toll should be rigoroudy examined. |If it is determined, usng performance-
based methods, that such a sysem would improve overal sysem peformance it should be
implemented. Variable priced tolls shoud be consdered as a means to optimize utilization

Fund Grade Separ ated Rail Crossings

The State should establish a program to fund grade separated ralroad intersections a magor
urban roadways. The program should focus on primary commuter routes and routes of regiond
sgnificance and locations with safety concerns.

A dedicated funding source, from a portion of any incremental trangportation revenues, should
be established for the program. The program could be operated through a rail account under the
Highway Extenson and Expandon Loan Progran (HELP). The amount of money in this
account at any one time should be capped.

26 Preliminary Recommendations



Transportation Vision 21 Task Force

ADOQOT, in conaultation with the Arizona Corporation Commission, municipaities, counties and
the rall industry should identify critical rail crossngs that would be digible for assstance from
HELP.

Whether the improvement involves new grade crossng technologies or infrastructure or
establishing grade separation, the project should require a match from rail industry and a local or
regiond match. Federd funding, if available, could be used to meet maich requirements (eg.
Surface Transportation Program or Congestion Mitigation and Air Quaity monies).

The State Transportation Board, in consultation with appropriate stakeholders, should develop
criteriafor prioritizing rail crossing projects in atwenty-year plan..

Support Essential Air Serviceto Key Regional Airport

The State should examine an essentid regiond ar service progran to encourage regular
commercid ar sarvice to the mgor regiond arports outsde the two large urban counties. The
program should be examined by the Governor’s Advisory Committee on Aviation.

Fund transportation corridor preservation

At leest $10 million per year should be dedicated for the acquistion of future trangportation
corridors.  The authority of ADOT and other trangportation agencies throughout the State, to
acquire future right-of-way should be expanded and extended beyond 10 years to any corridor
identified in the twenty year plamning process. The process for digposition of unneeded land
should be improved.

Expand State M ulti-modal Support

The current trensportation funding dructure,  which  includes  gpecific moda  redrictions,
interferes with the development of an optimaly responsive transportation system. Consequently,
future funding should move toward greater flexibility in funding the overdl trangportation
sysem.

State funding support of locd trandt services should be expanded and funded by permanent,
ridble revenues. State assistance for trangdt, in the larger urban areas, should be focused on
intra-regiond, inter-city express trandgt systems designed to meet commuter needs and reduce
congestion. Additional emphasis should be placed on travel reduction programs and incentives.

The Local Transportation Assstance Fund Il program, or its successor, should be reviewed to
provide grester funding flexibility among locd jurisdictions to deliver trangt services, especidly
in less densdy populated areas.  Specificaly, funding should be doubled to $30 million per year
on an ongoing bass. In addition, the expanded program should include coordination of al
trangt funding sources, such as K-12 bus passes, AHCCCS transportation subsidies, DES
programs and others.
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State assgtance for trangt, in the larger urban areas, should be focused on intra-regiond, inter-
city express trangt systems designed to meet commuter needs and reduce congestion.

Prepared by

The Maguire Company
June 27, 2001
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